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 F  Airport Plans 

INTRODUCTION. The purpose of this chapter is to categorically review and 
present the various individual sheets associated with the Airport Layout Plan 
(ALP) drawing set.  The ALP is a graphic depiction of existing airport facilities and 
the proposed expansion of and improvements to facilities established and 
quantified in previous chapters.  The airside and landside development options 
that were presented in the Development Concepts and Alternatives Analysis 
chapter provided the Airport Working Group and Airport Staff with a variety of 
options for future facility expansion.  Following the careful assessment of each 
option, King County selected components of a recommended Conceptual 
Development Plan (CDP), which is portrayed in the ALP as a unified development 
scheme, representing the long-term, ultimate development of King County 
International Airport/Boeing Field (BFI or Airport).  
 
Using the ALP set as a guideline, King County can ensure that future airport development maintains Federal 
Aviation Administration (FAA) design standards and safety requirements.  As a public document, the ALP set 
serves as a record of aeronautical requirements, and as a reference for community deliberations on budget 
requirements and land use decisions.  Once approved by the FAA, the ALP set protects the existing and future 
airspace required for facility or Instrument Approach Procedure (IAP) improvements and is necessary to 
receive federal financial assistance. 
 
 

Airport Layout Drawing 

Figures F1 and F2 present the existing and ultimate airport facilities required to enable the Airport to 
accommodate forecast demand properly.  Additionally, it provides detailed information on FAA dimensional 
standards that define the relationship between airport facilities and applicable design criteria.  The following 
paragraphs briefly describe the major components of the Airport Layout Plan data tables and drawing. 
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Runway System 

Runway 14R/32L 

Runway Design Code (RDC) Dimensional Criteria. As the Airport’s primary runway, Runway 14R/32L is 
currently designed to accommodate the “Design Aircraft” in consideration of approach speed and wingspan.  
This translates to design standards associated with RDC D-IV-4000 criteria, as specified by the FAA.  The 
design criteria also include the Runway Visual Range (RVR) visibility minimums of 4000 feet (or not less than 
¾ statute mile) published for the runway.  The existing design criteria are to be maintained in the future. 
 
Dimensions. This runway is currently 200 feet wide with an existing length of 10,007 feet (10,880 feet with 
the Runway 14L Prior Permission Required Pavement (PPRP)).  Ultimately, conversion of 300 feet of the 
Runway 14L PPRP will extend the runway length to 10,307 feet.  Removal of the remainder of the Runway 
14L PPRP is proposed.  The Runway 32L threshold displacement of 880 feet is to remain.  As provided on the 
ALP, the proposed declared distance lengths are shown in Table F1. 
 
 
Table F1 RUNWAY 14R/32L RUNWAY SYSTEM 

Runway TORA TODA ASDA LDA 
Runway 14R 10,300’ 10,300’ 9,420’ 9,420’ 

Runway 32L 10,300’ 10,300’ 10,300’ 9,420’ 
Notes: TORA:  Takeoff Run Available.   TODA:  Takeoff Distance Available. 
 ASDA:  Accelerate Stope Distance Available.   LDA:  Landing Distance Available. 

 
 
Pavement. The existing published gross weight bearing capacity of 100,000 pounds single wheel, 200,00 
pounds dual wheel, and 500,000 pounds dual tandem wheel main landing gear configuration will be 
maintained. 
 
Instrument Approach Criteria. The existing four instrument approach procedures (ILS or LOC, RNAV (RNP) 
and RNAV (GPS) approaches to Runway 14R and ILS or LOC (localizer) approach to Runway 32L) will be 
maintained. 
 
Runway Protection Zones (RPZs).  The size of both the approach and departure RPZs for Runway 14L are to 
be maintained at 1,000 feet x 1,510 feet x 1,700 feet and 500 feet x 1,010 feet x 1700 feet, respectively.  The 
Runway 32 approach and departure RPZs will be maintained at 500 feet x 1,010 feet x 1,700 feet. 
 
Runway Lighting and Navigational Aids. The Airport plans to maintain the runway’s existing High Intensity 
Runway Lights (HIRLs) and Precision Approach Path Indicators (PAPIs) at both runway ends.  The existing 
Medium Intensity Approach Lighting System with Sequenced Flashers (MALSF) serving Runway 14R are to be 
relocated and the existing Runway End Indicator Lights (REILs) serving Runway 32L will be upgraded to High 
Intensity Approach Light System with Sequenced Flashing lights (ASLF-1).  Future in-pavement runway 
Centerline Lights (CL) and Touchdown Zone Lights (TDZL) are planned for each runway end, including the 
install of in-pavement runway guard lights at each taxiway connector.  Additionally, the ground-based 
Navigation Aids (NAVAIDS) associated with the ILS approaches will be maintained (i.e., the Localizer and glide 
slope antennas for Runway 14R; the Localizer antenna for Runway 32L). 
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Runway 14L/32R 

Runway Design Code (RDC) Dimensional Criteria. As the Airport’s secondary runway, Runway 14L/32R is 
currently designed to RDC B-I (Small Aircraft)-Visual criteria, as specified by the FAA.  It is recommended that 
this runway will be maintained to these criteria. 
 
Dimensions. This runway is currently 100 feet wide and 3,710 feet long.  The Runway 14L threshold 
displacement of 250 feet and the Runway 32R threshold displacement of 375 feet are to remain.  As provided 
on the ALP, the existing and future declared distance lengths are shown in Table F2. 
 
 
Table F2 RUNWAY 14L/32R RUNWAY SYSTEM 

Runway TORA TODA ASDA LDA 
Runway 14L 3,709’ 3,709’ 3,709’ 3,459’ 

Runway 32R 3,709’ 3,709’ 3,709’ 3,334’ 
Notes: TORA:  Takeoff Run Available.   TODA:  Takeoff Distance Available. 
 ASDA:  Accelerate Stope Distance Available.   LDA:  Landing Distance Available. 

 
 
Pavement. The existing published gross weight bearing capacity of 120,000 pounds single wheel, 250,00 
pounds dual wheel, and 550,000 pounds dual tandem wheel main landing gear configuration will eventually 
be reduced to greater than 100,000 pounds single wheel main landing gear configuration. 
 
Instrument Approach Criteria. The existing visual approaches will be maintained with no implementation of 
future approaches planned. 
 
Runway Protection Zones (RPZs).  The size of both the approach and departure RPZs for this runway are to 
be maintained at 250 feet x 450 feet x 1,000 feet. 
 
Runway Lighting and Navigational Aids. The existing Medium Intensity Runway Lights (MIRLs), PAPIs, and 
REILs are to be maintained. 
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Taxiway System 

BFI has historically been planned and designed with an efficient taxiway system that serves both runways.  
The recommendations for the Airport’s taxiway system design and geometry improvements are presented 
below. 
 
Runway 14R/32L Taxiway System 

Taxiway Dimensional Criteria.  Taxiway B, the parallel taxiway serving the west side of Runway 14R/32L, is 
designed in accordance with ADG IV and TDG 5 design criteria, as specified by the FAA.  These criteria are to 
be maintained and upgrades to exit and connector taxiways are planned as shown on the drawing.  Exit and 
connector taxiways providing access to the east of Runway 14R/32L are designed in accordance with ADG II, 
III, or IV and TDG 2, 3, or 5 design criteria, as specified by the FAA.  These criteria are also to be maintained or 
upgrades provided as shown on the drawing. 
 
Dimensions.  TDG 5 standards specify a taxiway width of 75 feet and shoulder width of 30 feet. 
 
Pavement.  The proposed taxiway improvements will be designed, engineered, and constructed 
commensurate with the existing Runway 14R/32L pavement strength. 
 
Taxiway Lighting.  The existing system of Medium Intensity Taxiway Lights (MITLs) will be maintained.  
Installation of in-pavement taxiway CLs is planned for Taxiways serving Runway 14L/32R. 
 
Recommended Taxiway Improvements. 

▪ Design and re-designate 300 feet to the north of existing Taxiway Z PPRP as an extension of Taxiway 
B in conjunction with the conversion of 300 feet of the Runway 14L PPRP to useable runway 
pavement 

▪ Construct future Taxiway B1 
▪ Remove existing Taxiway Z north of the Taxiway B extension 
▪ Remove existing Taxiway B-1 pavement 
▪ Widen Taxiway B-2 to 90 feet 
▪ Extend Taxiway A 300 feet to the north in conjunction with the conversion of 300 feet of the Runway 

14L PPRP to useable runway pavement 
▪ Construct future Taxiway A-1 
▪ Remove existing Taxiway A-1 
▪ Widen Taxiway A-2 from 45 to 75 feet between the runways 
▪ Construct future Taxiway A-3 and remove existing Taxiway A-4 to eliminate acute-angled taxiway 
▪ Remove existing Taxiway A-8 between the runways 
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Runway 14L/32R Taxiway System 

Taxiway Dimensional Criteria.  Taxiway A, the parallel taxiway serving the east side of Runway 14L/32R, is 
designed in accordance with ADG II, III, or IV and TDG 2, 3, or 5 design criteria, as specified by the FAA.  These 
criteria are also to be maintained or upgrades provided as shown on the drawing. 
 
Dimensions.  TDG 2 standards specify a taxiway width of 35 feet and shoulder width of 15 feet.  TDG 3 
standards specify a taxiway width of 50 feet and shoulder width of 20 feet.  TDG 5 standards specify a 
taxiway width of 75 feet and shoulder width of 30 feet. 
 
Pavement.  Existing Taxiways A-7, A-9, and A-10 pavement strengths will be maintained and the proposed 
improvements to Taxiways A-1, A-2, and A-3, will be designed, engineered, and constructed commensurate 
with the existing Runway 14R/32L pavement strengths.  Future Taxiway A-4 and existing Taxiways A-8 and A-
11 pavement strengths are anticipated to be commensurate with the existing Runway 14L/32R pavement 
strengths. 
 
Taxiway Lighting.  The existing system of Medium Intensity Taxiway Lights (MITLs) will be maintained.  
Installation of in-pavement taxiway CLs are planned for future Taxiways A-1, A-2, A-3, and existing Taxiways 
A-10 and A-11. 
 
Recommended Taxiway Improvements. 

▪ Realign and extend segment of Taxiway A north of future Taxiway A-1 
▪ Widen Taxiway A-2 from 45 to 75 feet 
▪ Construct future Taxiway A-3 and remove existing Taxiways A-3 and A-4 to eliminate acute-angled 

taxiways 
▪ Construct future Taxiway A-4 and remove existing Taxiway A-5 to eliminate acute-angled taxiway 
▪ Remove existing Taxiway A-8 west of the Runway 32R end 

 

Property/Easement Acquisition 

King County presently owns most of the property associated with the existing runway/taxiway system and 
inner approach areas, including the Runway Protection Zones (RPZs) at each end of the runways.  However, 
additional property and/or easement acquisition is needed to control the balance of the existing Runway 14R 
departure RPZ (south of the Runway 32L end), consisting of approximately 7.4 acres, and the extended 
Runway 14R approach RPZ, consisting of approximately 1.0 acre. 
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Airport Airspace Drawings 

The Airport Airspace Drawings are based on Federal Aviation Regulations (FAR) Part 77, Objects Affecting 
Navigable Airspace.  The criteria contained in FAR Part 77 have been established to protect an airport’s 
airspace and approaches from hazards that could affect the safe and efficient operation of aircraft.  It 
provides guidance for controlling the height of objects near airports through a set of imaginary surfaces that, 
when penetrated, designate objects as being obstructions.  However, some obstructions can be determined 
to be non-hazardous by an aeronautical study, because of their location and/or being marked and lighted as 
specified in the aeronautical study determination.  Due to their location, some airfield NAVAIDS, as well as 
lighting and visual aids, may constitute obstructions, but these objects do not violate FAR Part 77 criteria as 
their location has been determined to be essential to the operation of the Airport. 
 
The Airport Airspace Drawings presented in Figures F3 through F7 provide plan and profile views depicting 
the FAR Part 77 criteria as it specifically relates to BFI.  The criteria are based on the ultimate runway 
configuration and lengths, the ultimate approach visibility minimums, and the ultimate airport elevation.  The 
Runway 14R/32L criteria are based on the larger than utility aircraft category (i.e., runways designed for use 
by aircraft with a gross weight more than 12,500 pounds) with precision instrument approaches.  The 
Runway 14L/32R criteria are based on utility aircraft category (i.e., runways designed for use by aircraft with 
a gross weight less than 12,500 pounds) with visual approaches. 
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The five imaginary surfaces specified by FAR Part 77 criteria are detailed below: 
 
Primary Surface. A longitudinal surface centered on the runway extending 200 feet beyond each end.  The 
elevation of any point on the surface is equal to the elevation of the nearest point on the runway centerline. 
For Runway 14R/32L, the primary surface width is 1,000 feet; the Runway 14L/32R primary surface width is 
250 feet but is entirely enclosed within the Runway 14R/32L primary surface. 
 
Transitional Surface. Surfaces that extend upward and outward at right angles to the runway centerline, and 
the extended runway centerline, at the edges of the primary surface at a slope of 7:1.  Transitional surfaces 
end where they intersect the horizontal surface. 
 
Horizontal Surface. A horizontal plane established at an elevation of 150 feet above the airport elevation. 
The Airport has an established airport elevation of 21.65 feet above mean sea level (AMSL), so the horizontal 
surface is 171.65 feet AMSL.  The perimeter of this surface is determined by arcs extending from the center 
of each end of the primary surface and connecting the arcs with tangent lines.  The radii of the arcs for 
Runway 14R/32L are 10,000 feet; the radii of the arcs for Runway 14L/32R are 5,000 feet but are entirely 
enclosed within the Runway 14R/32L horizontal surface. 
 
Conical Surface. This surface extends upward and outward from the horizontal surface at a slope for 20:1 for 
a horizontal distance of 4,000 feet.  The top elevation of this surface at BFI is 371.65 feet AMSL. 
 
Approach Surface. A surface longitudinally centered on the extended runway centerline, extending outward 
and upward from each end of the primary surface.  The inner edges are the same width as the primary 
surface.  The horizontal distances, slopes, and outer edge widths are based on the visibility minimums of each 
runway.  For Runway 14R/32L, the initial horizontal distances are 10,000 feet at a slope of 50:1, with 
additional horizontal distances of 40,000 feet at a slope of 40:1.  The outer edge widths are 16,000 feet.  For 
Runway 14L/32L, the horizontal distances are 5,000 feet at a slope of 20:1, with outer edge widths of 1,250 
feet. 
 
Application of these criteria results in numerous obstructions identified and distributed within the various 
surfaces.  Most of the obstructions, which were identified by the Airports Geospatial Information System 
(AGIS) survey, are associated with the existing terrain or trees surrounding the Airport, but many are 
associated with roadways, poles, buildings, and other structures on or near airport property.  Obstructions 
located within the inner portions of the approach surfaces are detailed in the next section.  Additionally, the 
preliminarily identified obstructions will be further evaluated as the ALP set is finalized and will be examined 
closely by the FAA through the airspace review process (i.e. an aeronautical study) to reach a hazard/no 
hazard determination and final disposition for each obstruction. 
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Inner Portion of the Approach Surface Drawings 

To provide a more detailed view of the inner portion of the FAR Part 77 imaginary approach surfaces near the 
runway ends, the Inner Portion of the Approach Surface Drawings are presented in Figures F8 through F12.  
The drawings provide large-scale plan and profile delineation to a distance where the FAR Part 77 approach 
surface reaches 100 feet above the runway end elevation.  The drawings are intended to facilitate 
identification of roadways, utility lines, structures, and other possible obstructions that may exist within the 
confines of, or near, the various approach evaluation areas near the runway thresholds. 
 

Evaluation Surfaces 

The specifications related to the approach evaluation surfaces applicable to BFI and presented on the Inner 
Portion of the Approach Surface Drawings are detailed below: 
 
Runway Protection Zones.  The size of the existing and future RPZs is contingent upon the approach category 
of the design aircraft and visibility minimums associated with the type of approach (e.g., visibility minimums 
ranging from one statute mile to lower than ¾ statute mile).  As noted previously, the existing Runway 14R 
RPZ dimensions of 1,000 feet x 1, 510 feet x 1,700 feet are to be maintained.  The Runway 32L approach RPZ 
and Runway 14R departure RPZ dimensions of 500 feet x 1,010 feet x 1,700 feet are to be maintained.  The 
Runway 14L/32R RPZ dimensions of 250 feet x 450 feet x 1,000 feet are to be maintained.  RPZs do not have a 
slope; they are applied at ground level over the entire RPZ area. 
 
Threshold Siting Surface (TSS). According to information contained in FAA Advisory Circular (AC) 150/5300-
13A (Table 3-2), the standard shape, dimensions, and slope of the TSS are dependent upon the type of 
aircraft operations currently conducted or forecasted, and the ultimate instrument approach visibility 
minimums available or planned for use at the runway end.  For Runway 14R/32L, the appropriate TSS is 
identified as Runway Type 4 (approach end of runways expected to accommodate instrument approaches 
having visibility minimums greater than or equal to ¾ statute mile).  For Runway 14L/32R, the appropriate 
TSS is identified as Runway Type 2 (approach end of runways expected to serve small airplanes with approach 
speeds of 50 knots or more, having visual approaches only, day or night). 
 
PAPI Obstacle Clearance Surface (OCS).  The PAPI OCS is specified in FAA AC 150/5340-30J (Figure A-81).  It 
begins 300 feet in front of (towards the threshold) the PAPI system on the runway centerline and splays 
outward at ten degrees on each side of the runway centerline for a total distance of four Nautical Miles 
(NMs).  The slope is equal to one degree less than the lowest on-course PAPI aiming angle, which for 
Runways 14R, 14L, and 32R is 2.0 degrees and 2.1 degrees for Runway 32L. 
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Vertically Guided Approach Surface.  The approach clearance requirements specified for Vertically Guided 
Approach Surfaces are contained in AC 150/5300-13A (Table 3-2) and identified as Runway Type 6.  This 
translates to a surface that begins at the threshold, has a width that is 200 feet wider than the runway width, 
and has an outer width that is 1,520 feet.  They extend a horizontal distance of 10,000 feet and have a slope 
of 30:1.  These surfaces are applicable to Runways 14R and 32L only. 
 
Inner Approach Obstacle Free Zones (OFZs).  The Inner Approach OFZs criteria are also specified in AC 
150/5300-13A (paragraph 308.b) and are defined as volumes of airspace centered on the approach areas of 
runways equipped with Approach Light Systems (ALS).  They begin 200 feet from the runway threshold at the 
same elevation as the runway threshold, extend 200 feet beyond the last ALS light unit and have a slope of 
50:1.  At BFI, their width is 400 feet.  These surfaces are also applicable to Runways 14R and 32L only. 
 

Obstructions 

Runway 14R.  The obstructions identified in the AGIS survey for Runway 14R include some 71 objects 
penetrating the FAR Part 77 approach surface, consisting of trees (27), roadways (11), poles (18), towers 
(five), buildings (four), antenna (one), sign (one), light (one), railroad (one), fence (one), and smokestack 
(one).  All but one are recommended to be further studied in individual airspace cases for a hazard/no hazard 
determination.  One tree penetrates the Vertically Guided Approach Surface and is recommended for 
removal.  There are no obstructions identified within the Runway 14R TSS, OFZ, or the PAPI OCS. 
 
Runway 32L.  The obstructions identified in the AGIS survey for Runway 32L include some 120 objects 
penetrating the FAR Part 77 approach surface, consisting of trees (72), roadways (eight), poles (17), towers 
(two), building (one), obstruction lights (two), railroad (14), NAVAID (one), power line (one), electrical system 
(one), and natural high point (one).  All but six are recommended to be further studied in individual airspace 
cases for a hazard/no hazard determination.  Six obstructions (four poles, one obstruction light on a building, 
and one NAVAID) penetrate the Runway 32L Inner Approach OFZ and are recommended for removal.  There 
are no obstructions identified within the Runway 32L Vertically Guided Approach Surface, the TSS, or the 
PAPI OCS. 
 
Runway 14L.  There is one obstruction (the glide slope antenna obstruction light) identified in the AGIS 
survey for Runway 14L that penetrates the FAR Part 77 approach surface.  Since this object is currently 
lighted, no further disposition is recommended.  There are no obstructions identified with the Runway 14L 
TSS or PAPI OCS. 
 
Runway 32R.  There are no obstructions identified in the AGIS survey that penetrate the Runway 32R FAR 
Part 77 approach surface, TSS, or PAPI OCS. 
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Departure Surface Drawings 

Departure Surface Drawings have been developed to illustrate the dimensions and slope of the imaginary 
surface associated with the departure end of runways (DERs) providing instrument departure capability.  FAA 
AC 150/5300-13A specifies that objects should not penetrate the departure surface, which begins at the 
elevation of the DER and has a slope of 40:1.  Based upon a 200-foot per NM climb rate, a standard departure 
procedure is designed to provide a minimum of 48 feet per NM clearance above objects that do not 
penetrate the OCS.  However, due to the size of the departure surface it is not uncommon to have obstacles 
penetrate the surface, and changes to the Terminal Instrument Procedures (TERPS) criteria in recent years 
have made the OCS more restrictive. 
 
The FAA provides options for mitigation of departure surface obstructions by requiring non-standard climb 
rates and/or non-standard (i.e., higher) takeoff minimums be published for the airport or runway end.  
Because of the numerous obstacles, BFI has published non-standard takeoff minimums and procedures for all 
four runways, as described here: 
 
Runway 14R.  500 feet AGL and 2 statute miles with minimum climb rate of 315 feet per NM to 700 feet 
AMSL, or standard minimums with minimum climb rate of 500 feet per NM to 600 feet AMSL, or 1,000 feet 
AGL and 2-1/2 statute miles for Visual Climb Over the Airport (VCOA) departures. 
 
Runway 32L.  400 feet AGL and 1-7/8 statute miles with minimum climb rate of 235 feet per NM to 800 feet 
AMSL, or standard minimums with minimum climb rate of 425 feet per NM to 500 feet AMSL, or 1,000 feet 
AGL and 2-1/2 statute miles for VCOA departures. 
 
Runway 14L.  500 feet Above Ground Level (AGL) and 2-3/4 statute miles with a minimum climb rate of 270 
feet per NM to 700 feet Above Mean Sea Level (AMSL), or standard minimums with a minimum climb rate of 
708 feet per NM to 500 feet AMSL, or 1,000 feet AGL and 2-1/2 statute miles for VCOA procedures. 
 
Runway 32R.  400 feet AGL and 2 statute miles with minimum climb rate of 230 feet per NM to 800 feet 
AMSL, or standard minimums with minimum climb rate of 345 feet per NM to 500 feet AMSL, or 1,000 feet 
AGL and 2-1/2 statute miles for VCOA departures. 
 
Figure F13 provides large-scale views with both plan and profile delineations that reflect the ultimate 
planned runway length, along with the ultimate planned departure surface extending from the DER for 
Runways 14R and 32L.  Since Runways 14L and 32R do not provide instrument departure capability, the ALP 
set is not required to provide Departure Surface Drawings for the General Aviation (GA) runway.  The 
updated AGIS survey generated a revised list of departure surface obstructions that will be reviewed by the 
FAA through the airspace review process (i.e., an aeronautical study) to reach a hazard/no hazard 
determination and final disposition for each obstruction. 
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Runway Centerline Profiles 

Figure F14 depicts the runway centerline profiles and extends to the end of the Runway Safety Areas.  In 
accordance with the runway line-of-sight standards contained in FAA AC 150/5300-13A, , any two points 
located five feet above the centerline of a runway not served by a full-length parallel taxiway must be 
mutually visible for the entire length of the runway.  If the runway has a full-length parallel taxiway, the 
visibility requirement is reduced to one-half the runway length.  As presented in the drawing, both runways 
meet these requirements. 
 
 

Landside Development Area Plans 

After careful consideration and based on input received from the Airport Working Group, Airport Staff, and 
the FAA, King County has selected an overall landside development concept for BFI formulated from the 
alternatives concepts presented in the previous chapter.  The key components of this landside plan, as well as 
site-specific area plans, are described in the following narrative and identified on Figures F15, F16, and F17.  
The drawings are intended to provide detailed drawings of areas with significance landside facility 
improvements and development.  They include dimensional data for apron sizes, layout of aircraft parking 
spaces, clearance distances between runways, taxiways, and taxilane centerlines with buildings, hangars, 
aircraft parking areas, fences, and other objects.   
 

Terminal Area Plan 

Improvements identified on Figure F15 include expansion of the Terminal Area Courtyard Apron, 
reconfiguration of the Terminal Entrance, realignment of the terminal access roadway, and reduced auto 
parking, as summarized here: 
 

▪ Expands Terminal Area Courtyard Apron to approximately 6.0 acres to accommodate larger 
passenger charter aircraft and provide flex space for overflow cargo aircraft parking 

▪ Realigns outbound segment of the Terminal looped roadway with Othello Street 
▪ Removes the South Arrivals building and adjacent auto parking 
▪ Retains the former King County Agencies building 
▪ Widens Orchard Street to accommodate two-way auto traffic 
▪ Relocates the existing traffic light at the Othello Street/Airport Way South intersection to the existing 

Orchard Street 
▪ Reserves approximately 10.4 acres of landside development area improvements for UPS cargo 

processing, storage, and auto parking 
▪ Closes a segment of Perimeter Road South to public access and installs a traffic signal at the Airport 

Way S. and Portland Street intersection 
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Terminal Area Plan – Area Plan South 

Identified improvements on Figure F16 include redevelopment and expansion of GA facilities, acquisition of 
additional property for development of new cargo facilities, and acquisition of additional property for 
relocation of the existing fuel storage facilities and Airport Traffic Control Tower (ATCT), as summarized here: 
 

▪ Removes the existing T-hangars and tie-down apron in the southeast corner of the Airport and 
develops Modern Aviation Fixed Based Office (FBO) facilities 

▪ Redevelops the Kenmore Aero Services FBO facilities in the southeast corner of the Airport 
▪ Proposes acquiring approximately 3.6 acres of the Woods Meadows property, and combined with 

the removal of the existing T-hangars and tie-down apron, reserves approximately 14 acres of 
additional cargo processing, storage, and transfer development west of Taxiway B and south of the 
corporate hangars. 

▪ Proposes acquiring approximately 21.16 acres west of East Marginal Way S. for relocation of the 
ATCT and the fuel storage facility, among other facilities 

▪ Provides additional Boeing aircraft parking apron to the north and south of the existing ATCT 
 

Terminal Area Plan – Area Plan North 

Identified improvements on Figure F17 include decommissioning of existing GA apron facilities, relocation of 
the existing fuel storage facility, acquisition of additional property, and redevelopment of airport 
maintenance and administration facilities, as summarized here: 
 

▪ Decommissions the existing northeast GA apron tiedown area 
▪ Relocates the existing fuel storage facility 
▪ Relocates the existing airport maintenance building 
▪ Modifies approximately 9.3 acres of existing National Guard leasehold property and redevelops with 

airport maintenance and administration facilities 
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Airport Land Use Plan 

Figure F18 is a depiction of the existing and recommended use of all land within and near BFI’s ultimate 
airport property.  The purpose of the on-airport land use designations is to provide King County with a guide 
for leasing potential revenue-producing areas on the Airport.  All existing and future development must be 
compatible with the primary purpose and function of BFI and lease revenue generated must be used to 
support airport operations.  Additionally, in accomplishing King County’s development goals to maximize and 
diversify the revenue generating capabilities of existing airport property that is not well-suited to 
accommodate direct aviation uses requires adherence to the protocols specified in FAA Order 5190.6b, 
entitled Airport Compliance Manual.  This document specifies the process airport sponsors must undertake 
to develop airport property for aviation-related/non-aviation purposes. 
 
The off-airport land use designations provide guidance to local authorities for establishing appropriate land 
use zoning and development decisions near BFI.  FAA Grant Assurance #21, entitled Compatible Land Use, 
states, “The Airport Sponsor will take appropriate action, to the extent reasonable including the adoption of 
zoning laws, to restrict the use of land adjacent to or in the immediate vicinity of the airport to activities and 
purposes compatible with normal airport operations, including landing and takeoff of aircraft”.  As identified 
on the drawing, , the City of Seattle has established airport overlay zoning regulations (i.e., see Chapter 23.54 
- Airport Height Overlay District) that limit the height of objects near the Airport (applies to both Airport 
property and adjacent property) to promote safe and unobstructed takeoff and landing approach paths.  The 
Airport Height Overlay District is represented by five overlay areas, which will need to be revised at the north 
end of the Airport in conjunction with the proposed Runway 14R extension project.  
 
 

Airport Property Map – ‘Exhibit A’ 

Figure F19 indicates how the various tracts of land within airport property were acquired (e.g., federal funds, 
surplus property, local funds, and so forth), the dates of acquisition, the grantor of the parcel, and the airport 
sponsor’s interest in the parcel.  The purpose is to provide documentation of the current and future 
aeronautical use of land acquired with federal funds and to identify parcels recommended for future 
property or easement acquisition, or release.  According to existing property records, there are a total of 
approximately 773.56 acres of fee simple property designated as airport property owned by King County.  
Additionally, an ultimate 29.59 acres of property are recommended for fee simple acquisition. 
  








